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1
PART-TIME TRANSFER CASE WITH TRACTION
CONTROL

CROSS-REFERENCE TO RELATED
APPLICATION

~ This application is a continuation-in-part of applica-
tion Ser. No. 07/724,848, filed Jul. 2, 1991 now U.S.
Pat. No. 5,215,160 issued Jun. 1, 1993.

BACKGROUND OF THE INVENTION

The present invention relates generally to a motor
vehicle traction control system and, more particularly,
to a part-time transfer case incorporating tractive con-
trol means for providing “on-demand” four-wheel drive
operation during low traction road conditions.

In general, power transfer mechanisms are used in
association with both manual and automatic transmis-
sions for selectively directing power to the wheels of a
motor vehicle. One type of conventional power transfer
mechanism typically used in four-wheel drive applica-
tions i1s a full-time transfer case which continuously
transfers engine power (i.e. torque) to both the front
and rear axles. It is common for such full-time transfer
cases to provide means for selectively interlocking each
of the driven axles for preventing any slippage with
respect to each other. It is also common to provide an
interaxle center differential assembly for permitting
modified torque division and speed variations between
the axles so as to prevent potentially damaging torque
build-up in the drivetrain. Generally, the torque deliv-
ered to the front and rear axles is proportionally divided
via the interaxle differential assembly installed within
the full-time transfer case.

Another type of power transfer mechanism is a part-
time transfer case adapted to normally operate in a
two-wheel drive mode and which requires the vehicle
operator to intentionally and deliberately shift into a
four-wheel drive mode. Still another type of power
transfer mechanism is an “on-demand” four-wheel
drive apparatus, such as a viscous transmission unit,
operable for automatically transferring power to the
non-driven axle when traction is lost at the drive axle.

With the advent of increased consumer popularity in
four-wheel drive passenger cars and sport/utility vehi-
cles, full-time and part-time transfer cases as well as
“on-demand” transmission devices are being utilized in
a plethora of vehicular driveline applications. One ex-
ample of a full-time power transfer system is disclosed
in SAE Technical Paper No. 892538 entitled ‘“Elec-
tronic Transfer Case For 1990 Aerostar Electronic
Four-Wheel Drive” by John Richardson and Wes Dick.
‘The full-time transfer case disclosed is incorporated into
an all-wheel drive vehicle that is primarily intended for
road use as a family car and not as an off-road recre-
ational or sport utility vehicle. This full-time transfer
case employs a clhutch assembly applied across the cen-
ter interaxle differential assembly for modifying the
torque split in relation to the available traction at each
axle. More particularly, the full-time transfer case is a
single-speed power transfer apparatus which does not
provide a two-wheel drive mode, a low gear four-wheel
drive mode nor means for positively over-riding (i.e.
locking out) the interaxle differential assembly.

As will be appreciated, a motor vehicle equipped
with a part-time transfer case offers the vehicle operator
the option of selectively shifting between a two-wheel
drive mode during normal road conditions and a four-
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wheel drive mode best suited for operation under ad-
verse road conditions. However, most conventional
part-time transfer cases of the type used in off-road,
sport and utility vehicles do not provide an “on-
demand” four-wheel drive feature which can be effec-
tively “over-ridden” upon the vehicle operator selec-
tively shifting the transfer case into the four-wheel
drive mode to permit off-road and/or recreational use.

SUMMARY OF THE INVENTION

Accordingly, it is an object of the present invention
to overcome the disadvantages associated with conven-
tional power transfer devices by providing a motor
vehicle traction control system having means for pro-
viding “on-demand” four-wheel drive operation which
can be effectively “over-ridden” or “locked-out” upon
the vehicle operator selectively shifting into the part-
time four-wheel drive mode.

It 1s a further object of the present invention to pro-
vide a motor vehicle traction control system having
sensor means for sensing the speed of rotation for the
front and rear drive shafts, and an electronic control
module having circuit means for automatically actuat-
ing and controlling the “on-demand” four-wheel drive
feature in response to the occurrence of an excessive
speed differential between the respective drive shafts.
As such, the traction control system is adapted to auto-
matically provide improved traction upon instanta-
neous and unanticipated occurrences of single wheel or
driven axle traction loss when operating in the two-
wheel drnive mode.

It 1s another object of the present invention to pro-
vide an electronic control module that is adapted to
receive and process electrical input signals and make
controlled output decisions in response thereto.

Accordingly, the present invention is directed to a
motor vehicle traction control system which includes a
part-time transfer case that is interactively associated
with an electronic control module and a speed sensor
system for actuating an electromagnetic multi-disc
clutch assembly upon the occurrence of a speed differ-
ential between the front and rear drive shafts that ex-
ceeds a predetermined maximum value. During such a
low traction condition, the electromagnetic clutch is
automatically actuated for placing the part-time transfer
case into the “on-demand” four-wheel drive mode for a

fixed period of time. At the end of the fixed time period,

the electromagnetic clutch assembly is automatically
de-actuated at a pre-set rate through pulse width modu-
lation until the vehicle is returned to the two-wheel
drive mode of operation. This control sequence is con-
tinuously monitored and repeated until normal traction
i1s resumed with the vehicle in the two-wheel drive
mode. Therefore, actuation of the “on-demand” four-
wheel drive feature is automatic and independent of any
vehicle operator input or action.

In accordance with another feature of the traction
control system, the electromagnetic clutch assembly is
“over-ridden” or “locked-out” upon the vehicle opera-
tor shifting the transfer case from the two-wheel drive
mode to a part-time four-wheel drive mode. Moreover,
the electromagnetic clutch assembly can be “locked
out” 1n either of its actuated or de-actuated conditions.
Once the clutch assembly is “locked out”, the sensor
system signals the electronic control module that no
relative speed differential exists between the front and
rear drive shafts. Thereafter, the electronic control
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module 1s operable for automatically de-actuating the
clutch assembly or maintaining the clutch assembly in
its de-actuated condition.

BRIEF DESCRIPTION OF THE DRAWINGS

Further objects, features and advantages of the pres-
ent invention will become apparent from analysis of the
following written specification, the accompanying

drawings and the appended claims in which:

FIG. 1 is a schematic representation of the traction 10
control system of the present invention shown to in-
clude a part-time transfer case incorporating an “on-
demand” four-wheel drive feature;

FIG. 2 is a cross-sectional view of the part-time trans-
fer case showing the “on-demand” four-wheel drive !
feature of the present invention to include an electroni-
cally-controlled clutch assembly;

FIG. 3 is enlarged view of a portion of the clutch
assembly shown in FIG. 2;

FIG. 4 1s a block diagram representing the control
sequence assocliated with automatic actuation of the
“on-demand” four-wheel drive feature;

FIG. § 1s an exemplary plot of a relationship between
the duty cycle of a control signal applied to the clutch
assembly and a speed differential signal;

FIG. 6 1s an exemplary plot of a relationship between
the drive torque delivered to the non-driven wheels and
the value of the control signal; and

FIG. 7 1s a modified version of the block diagram
shown in FIG. 4 representing the control sequence for
moduiating the drive torque distribution ratio as a func-
tion of the speed differential signal.

DETAILED DESCRIPTION OF THE
INVENTION 35

Referring to FIG. 1, an exemplary motor vehicle
drivetrain 10 of a type suited for use with the present
invention is schematically shown. The motor vehicle
drivetrain 10 has a pair of front wheels 12 and a pair of 4,
rear wheels 14 drivable from a source of power, such as
an engine 16, through a transmission 18 which may be
of either the manual or automatic type.

In the particular embodiment shown, drivetrain 10 is
a rear wheel drive system which incorporates a part- 45
time transfer case 20 operable to receive drive torque
from transmission 18 for normally driving rear wheels
14 (1.e., the driven wheels) in a two-wheel drive mode
of operation. In addition, part-time transfer case 20 is
adapted to permit a vehicle operator to selectively sg
transfer drive torque to front wheels 12 (i.e., the non-
driven wheels) for defining a part-time four-wheel drive
mode of operation.

Typically, front and rear wheels 12 and 14, respec-
tively, have a common rolling radius and are part of ss
front and rear wheel assemblies 24 and 26, respectively,
which, in turn, are connected at opposite ends of front
and rear axle assemblies 28 and 30, respectively. A front
differential 32 1s mechanically coupled between front
axle assembly 28 and a front prop or drive shaft 36 such 60
that front wheel assemblies 24 are driven by front drive
shaft 36 when part-time transfer case 20 is operating in
the four-wheel dnve mode. Similarly, rear axle assem-
bly 30 includes a rear differential 34 coupled in driven
relationship to rear prop or drive shaft 38 for driving 65
rear wheel assemblies 26. It 1s to be understood that the
orientation of drivetrain 10 is merely exemplary in na-
ture and that drivetrain 10 could be reversed for nor-
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mally driving the front wheels in the two-wheel drnive
mode.

With reference to FIGS. 1 and 2, front and rear drive
shafts 36 and 38, respectively, are adapted to be con-
nected at their opposite ends to front and rear output

members or shafts 42 and 44, respectively, of part-time

transfer case 20. A transmission output shaft (not
shown) couples transmission 18 to transfer case 20 for

supplying power thereto. Part-time transfer case 20 is
shown to include a housing 50 formed by front and back
half sections 52 and 54, respectively, suitably intercon-
nected by a plurality of threaded bolts 85. Front half
section 52 receives the transmission output shaft within
an internally splined input stub shaft §6. Input stub shaft
56 is shown rotatably mounted in a collar portion 58 by
bearing assembly 60 with collar portion 58 secured by
bolts 62 to housing front half section 52.

Input stub shaft 56 has an input sun gear 64 of a heli-

‘cal planetary gear set assembly 66, formed integral

therewith. Planetary gear set assembly 66 is a speed
reduction apparatus operable for preferably defining
high, low and neutral range positions as will be de-
scribed hereinafter. It will be appreciated that planetary
gear set assembly 66 is merely exemplary of a suitable
two-speed gear reduction apparatus for use in part-time
transfer case 20. Sun gear 64 is shown meshed with a
plurality of planet pinion gears 68. Each planet pinion
gear 68 is rotatably journalled on a pin 70 supported in
a planetary carrier. The planetary carrier includes fore
and aft ring members 72 and 74, respectively, secured
by bolts (not shown). Planet gears 68 mesh with a heli-
cal annulus gear 80 mounted via a press-fit to the inner
surface of housing front section 52. Annulus gear 80 is
additionally retained against rearward axial movement
away from stop shoulder 81 by a snap ring 82.

An output shaft 86 is aligned on the longitudinal axis
of input shaft 56 and has a pilot portion 88 journalled in
input shaft axial bore 90. Output shaft 86 has a range
collar 92 axially slidable thereon by means of collar
internal splines 94 engaged with external splines 96
formed on output shaft 86. Range collar 92 is formed
with external spline teeth 98 shown slidably engaged
with sun gear internal spline teeth 100 located in an axial
counterbore in the right or aft end of input shaft 56.
Torque or power flow 1s transferred directly from input
shaft 56 through engagement of teeth 98 and 100 in
conjunction with the engagement of collar splines 94
and output shaft splines 96, thereby establishing the
direct “high” range position indicated by the construc-
tion line “H”.

Aft carrier ring 74 includes internal spur gear teeth
102 formed concentric with range collar 92. Aft carrier
ring internal teeth 102 are placed in sliding meshed
engagement with range collar external teeth 98 upon
range collar 92 being slid rearwardly for defining the
“low” drive range as indicated by the construction line
“L” position of range collar 92. It will be noted that
when range collar 92 is moved rearwardly a predeter-
mined distance from its high range “H” position, its
external teeth 98 are disengaged from sun gear internal
teeth 100 and aft carrier ring internal teeth 102 for defin-
ing a “neutral” drive range position indicated by con-
struction line “N”. With part-time transfer case 20
shifted into neutral, rotation of input shaft 56 drives
only planetary pinion gears 68 and carrier fore 72 and
aft 74 rings around annulus gear 80. Thus, in the neutral
position no torque is transmitted to output shaft 86, and
thus no power is transmitted to the vehicle's rear wheels
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14. As will be appreciated, range collar 92 is selectively
shiftable via movement of a range fork, partially shown
at 101, that is coupled to a conventional fork-type shift
mechanism (not shown) in a known manner.

With continued reference to FIG. 2, means to me-
chanically shift part-time transfer case 20 between a
two-wheel high-range drive mode and part-time four-
wheel high-range drive mode will now be detailed.
More particularly, such a mode shift arrangement in-
cludes a hub member 104 that is fixedly splined to out-
put shaft 86 and an axially moveable mode sleeve 106
that is shown in a central disengaged or two-wheel
drive mode position. Mode sleeve 106 is formed with
internal spline teeth 108 which are in constant axial
shiding engagement with external spline teeth 110
formed on hub 104. A mode fork, partially shown at
109, i1s coupled to mode sleeve 106 for permitting the
vehicle operator to axially shift mode sileeve 106 via
selective actuation of the shift mechanism. Thus, mode
sleeve 106 may be selectively shifted from the two-
wheel drive mode position to a part-time four-wheel
drive mode position wherein internal spline teeth 108
drivingly engage external spline teeth 111 formed on a
chain carrier 112. Chain carrier 112 also includes a drive
sprocket 114 drivingly engaging a chain, shown in
dashed lines at 116, which is coupled to a lower driven
sprocket 118. In addition, drive sprocket 114 is jour-
nally supported for rotation on central output shaft 86
and driven sprocket 118 is, in turn, coupled to or an
integral portion of front output shaft 42 of part-time
transfer case 20. Front output shaft 42 is mounted for
rotation within housing front half section 52 by ball
bearing assembly 120 and housing rear half section 54
by roller bearing assembly 122. Furthermore, transfer
case front output shaft 42 is operably connected via a
first coupling 124 to the motor vehicle’s front drive
shaft 36. Similarly, rear output portion or shaft 44 of
central output shaft 86 is suitably connected via a sec-
ond coupling 126 to rear drive shaft 38.

During two-wheel drive operation of the motor vehi-
cle, non-driven rotation of front wheels 12 causes con-
comitant rotation of front axle assembly 28, front drive
shaft 36 and, in turn, front output shaft 42. As such,
when the vehicle is moving in a substantially straight
ahead direction, drive sprocket 114 is also rotatably
driven (via driven sprocket 118 and chain 116) with
virtually no speed differential with respect to central
output shaft 86. Therefore, selective actuation of the
shift mechanism causes mode sleeve 106 to be mechani-
cally shifted such that transfer case 20 can be shifted
“on-the-fly” from its two-wheel high-range drive mode

to its part-time four-wheel high-range drive mode with-

out the need of a conventional speed synchronization
device. However, it is to be understood that the present
invention is readily adapted for use with part-time trans-
fer cases using virtually any type of synchronized mode
shift system when the front axle assembly is of the split-
shaft type such as that shown and described in U.S. Pat.
No. 4,381,828 1ssued May 3, 1983 to Lunn. Likewise, it
1s also to be understood that the shift mechanism can be
selectively shifted by the vehicle operator either manu-
~ ally (1.e., via a shift lever) or electrically (i.e., via a
motor driven system). In either case, the shift mecha-
nism is adapted to coordinate the movement of range
collar 92 (via range fork 101) and mode sleeve 106 (via
mode fork 109) to establish the two-wheel high-range
mode, the part-time four-wheel high-range mode, a
part-time four-wheel low-range mode, and a Neutral
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mode. An example of one suitable shift mechanism is
described in commonly owned U.S. Pat. No. 5,076,112
to Williams, the disclosure of which 1s expressly incor-
porated by reference herein.

With reference now to FIG. 2 and 3, means are pro-
vided for automatically causing part-time transfer case
20 to operate in an “on-demand” four-wheel dnve mode
in 2 manner that is independent of any deliberate or
intentional actuation of the shift mechanism by the vehi-
cle operator. In general, part-time transfer case 20 is
operably associated with a traction control system 130
and incorporates an ‘“on-demand” four-wheel drive
feature. More particularly, the “on-demand” four-
wheel drive feature includes the incorporation of trans-
fer clutch means within transfer case 20 for automati-
cally transferring drive torque to front drive shaft 36
when traction is lost at driven rear drive shaft 38. Ac-
cording to a preferred embodiment, the transfer clutch
means Is an electronically controlled multi-disc electro-

magnetic clutch assembly 132, mounted within transfer

case 20, that is operatively applied between chain car-

rier 112 and central output shaft 86.

Electromagnetic clutch assembly 132 includes an
elongated clutch hub 134 fixedly splined to a portion of
central output shaft 86 located intermediate chain car-
rier 112 and rear output shaft portion 44. A coil assem-
bly 136 1s housed within an annular portion of a pole
assembly 138 which, in turn, is journally supported for
non-rotation relative to elongated clutch hub 134 via
ball bearing assembly 140. Moreover, a flanged mount-
ing bracket 142 is fixedly secured to pole assembly 138
and 1s adapted to position and retain pole assembly 138
within housing 50 such that electrical cables 144 (shown
interfaced with coil assembly 136) can be connected to
a central electronic control module 145 to be described
in greater detail hereinafter.

Clutch hub 134 is formed with longitudinally extend-
ing external splines 146. An axially moveable armature
assembly 148 is splined to external hub splines 146 for
rotation with central output shaft 86 and, in turn, rear
output 44. Armature assembly 148 includes an armature
ring 150 concentrically surrounding hub splines 146 and
first and second rings 152 and 154, respectively, which
are fixedly secured relative to one another and to arma-
ture ring 150 by a plurality of spacer tubes 156 and bolts
158. A first plurality of inner clutch disc or plates 160
are splined to external splines 146 of clutch hub 134
intermediate first and second rings 152 and 154 and, as
such, are axially moveable with armature assembly 148
upon controlled energization and de-energization of
coil assembly 136 as will be described.

Electromagnetic multi-disc clutch assembly 132 also
includes an outer cup-shaped housing 162 concentri-

cally disposed about central output shaft 86 and which
1s operable to rotatably drive, or be driven by, chain

carrier 112. More particularly, a central aperture
formed in outer housing 162 has internal splines 164
formed thereon which are adapted to meshingly engage
external splines 166 formed on a radially extending
flange portion 168 of chain carrier 112. An inner surface
172 of axially extending wall portion 174 of outer hous-
ing 162 is formed with longitudinal keys or splines (not
shown) for coupling a second plurality of outer clutch
disc or plates 178 thereto. In addition, outer clutch
plates 178 are interleaved with inner clutch plates 160 to
provide a predetermined ‘‘pack” spacing therebetween.

As will be appreciated, when windings 180 of coil
assembly 136 are energized upon application of electri-
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cal current thereto, lines of electromagnetic flux are
generated which act to draw armature ring 150 and, in
turn, armature assembly 148 toward coil assembly 136.
Armature assembly 148 is normally biased away from
coil assembly 136 via one or more biasing springs (not
shown) so as to define a maximum air gap therebetween
when windings 180 are not energized. Thus, upon suffi-
cient energization of coil windings 180, armature assem-
bly 148 is drawn axially toward coil assembly 136 in
opposition to the biasing action of the biasing springs
for causing frictional engagement of inner and outer
clutch plates 160 and 178, respectively. Due to the fric-
tional engagement of the interleaved plates, outer drum
housing 162 is drivingly coupled to elongated clutch
hub 134 and, in turn, chain carrier 112 is driven by
central output shaft 86 for delivering torque to front
drive shaft 36.

In accordance with the teachings of the present in-
vention, traction control system 130 is operable for
automatically actuating clutch assembly 132 for placing
part-time transfer case 20 into the “on-demand” four-
wheel drive mode during occurrences of slippage of
rear axle assembly 30 that are typically associated with
low tractive road conditions. In general, traction con-
trol system 130 functions to monitor and control opera-
tion in the “on-demand” four-wheel drive mode in a
manner that is independent of any deliberate shifting
movement of mode slecve 106 by the vehicle operator.
More particularly, traction control systemn 130 includes
first speed sensing means, generally identified in FIG. 1
by reference numeral 182, which is provided to detect
and measure the non-driven rotational speed “n;” of
front drive shaft 36 and generate a signal indicative
thereof. Traction control system 130 further includes
second speed sensing means, generally shown at 184,
that is provided to detect and measure the rotational
speed ‘“‘ny” of rear drive shaft 38 and generate a signal
indicative thereof. While first and second speed sensing
means 182 and 184, respectively, are schematically
shown in FIG. 1 as being positioned intermediate their
respective transfer case outputs and drive shafts, it is
preferable that the speed sensing means be incorporated
directly into transfer case 20. For example, as seen in
FIG. 2, front and rear tone wheels 186 and 188, respec-
tively, are shown fixedly coupled for rotation with front
and rear transfer case outputs 42 and 44, respectively.
Front and rear hall effect sensors (not shown) are used
in conjunction with front and rear tone wheels 186 and
188, respectively, for sensing the rotational speed of
each respective output shaft and, in turn, each corre-
sponding drive shaft. Thereafter, the speed signals “n;”
and “ny” are delivered to control module 145 for pro-
cessing. However, it is to be understood that any suit-
able speed sensing devices capable of generating a sig-
nal respresentative of the rotational speed of a shaft is
within the fair scope of the present invention.

A brake switch 190, schematically shown in FIG. 1,
provides an additional input signal to control module
145 indicating whether the vehicle operator is applying
the brakes so as to prevent “on-demand” operation
simultaneous therewith. In addition, control module
145 is also adapted to receive an input signal from the
vehicle ignition switch, shown at 192, that is indicative
of the operational status of engine 16. Electronic con-
trol module 145 is adapted to receive the electrical input
signals “n;”’ and “n2” generated by the first and second
speed sensors means 182 and 184, respectively, as well
as the additional input signals from brake switch 190
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8

and ignition switch 192. Control module 145 includes
electronic circuit means for comparing speed signals
“n;” and “ny” and for making controlled output deci-
sions in response thereto. As will be detailed, the output
decisions are used to selectively control the actuation of
electromagnetic clutch assembly 132 during certain low
traction conditions for providing the “on-demand”
four-wheel drive mode.

Electronic control module 145 is preferably a micro-
processor device having information storage capabili-
ties. Furthermore, control module 148 is powered by
the motor vehicle battery, shown at 194, and is adapted
to handle sufficient voltage and current to actuate
clutch assembly 132. Also, control module 145 is opera-
ble for illuminating a display lamp, shown at 196, that is
located within the passenger compartment to inform the
vehicle operator of the “on-demand” four-wheel drive
condition.

With reference now to FIG. 4, the control sequence
for automatically causing “on-demand” four-wheel
dnive upon actuation of clutch assembly 132 via traction
control system 130 is disclosed in block diagram 200.
More specifically, block diagram 200 represents a pre-
ferred control logic programmed into or associated
with the circuit means of control module 145. Block 202
1s indicative of the input signal generated by ignition
switch 192 for signalling control module 145 that the
motor vehicle is operational. Block 204 is representative
of the control step in which first and second speed sen-
sor means 182 and 184, respectively, detect and measure
the rotational speed of front and rear outputs 42 and 44,
respectively and, in turn, of front and rear drive shafts
36 and 38, respectively. Thereafter, the input signals
“n;” and “ny” are delivered to control module 145
where they are appropriately processed and compared
for generating a speed differential signal] (ARPM).

As shown in block 206, control module 145 is opera-
ble to compare the speed differential signal (ARPM)
with stored information to determine if the speed differ-
ential signal (ARPM) equals or exceeds a predetermined
threshold maximum value (CRPM). The threshold
maximum value (CRPM) is selected to permit a normal
amount of interaxle speed differentiation of the type
typically associated with the motor vehicle being
steered 1nto a tight turn or corner. As will be appreci-
ated, the steerable wheels (i.e. front wheels 12) travel
along a larger radius than the non-steerable wheels (i.e.
rear wheels 14). Therefore, the maximum threshold
value (CRPM) is selected to permit normal interaxle
speed differentiation without causing ‘“‘on-demand”
four-wheel drive via actuation of electromagnetic
clutch assembly 132.

As noted, block 206 illustrates the comparison opera-
tion wherein the measured speed differential signal
(ARPM) is compared to the maximum threshold level
(CRPM). If the value of the speed differential signal
(ARPM) is less than the maximum threshold level
(CRPM) and ignition switch 192 signals control module
145 that the vehicle is still operational, as shown in
block 208, then the control routine returns to blocl 204
to be repeated in a continuous manner. Block 210 is
indicative of the input signal generated by brake switch
190 which 1s delivered to control module 145. Accord-
ingly, if the vehicle operator is attempting to stop the
vehicle (by applying the brakes) during an occurrence
of a low traction road condition (that is,
ARPM = CRPM) then brake switch 190 signals traction
control system 130 to prevent actuation of clutch as-
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sembly 132 for disabling the “on-demand” four-wheel
drive feature. This control sequence prevents simulta-
neous braking and “on-demand” four-wheel drive for
providing the vehicle operator with greater control.
However, during the occurrence of a low traction con-
dition (where ARPM = CRPM) when brake switch 190
signals control module 145 that the vehicle operator is
not applying the brakes, electronic control module 145
automatically energizes coil windings 180 for actuating
clutch assembly 132 as shown in block 212. |
As previously noted, actuation of clutch assembly
132 is caused upon energization of coil windings 180 for
automatically placing transfer case 20 in the “on-
demand” four-wheel drive mode (Block 214). As is
known, the magnitude of the electromagnetic “attrac-
tive” force generated between armature ring 150 and
coil assembly 136 of clutch assembly 132 is proportional
to the magnitude (i.e., percentage duty cycle) of the
control signal applied to coil windings 180 by control
module 145. Thus, the amount of drive torque trans-
ferred through clutch assembly 132 to front output 42 is
also proportional to the magnitude of the control signal.
As such, the distribution ratio of drive torque between
front output 42 and rear output 44 of part-time transfer
case 20 may be selectively varied as a function of
changes in the magnitude of the control signal for opti-
mizing the tractive performance characteristics associ-
ated with the “on-demand” four-wheel drive mode. As
shown in block 216, a timer circuit within control mod-
~ule 145 is actuated simultaneously with energization of
coil windings 180 for maintaining the energization of
coil windings 180 for a predetermined set time (T).
Once the period of energization (t) equals the predeter-
mined time period (T) (or t=T), control module 145
de-energizes coil windings 180 for disengaging clutch
assembly 132 (Block 218) so as to return the motor
vehicle to a two-wheel drive mode of operation.
According to the preferred embodiment, energiza-

tion of coil windings 180 causes axial movement of

armature assembly 148 toward coil assembly 136 for
frictionally “locking-up” the interleaved clutch plates
which, in turn, couples chain carrier 112 to output shaft
86 for transmitting driving torque to front drive shaft
36. More preferably, control module 145 is pro-
grammed to actuate clutch assembly 132 to a predeter-
mined torque level and then modulated actuation
thereof to prevent clutch assembly 132 from damage if
the torque developed exceeds the predetermined limit.
Thereafter, clutch assembly 132 is de-actuated at a pre-
set rate via pulse width modulation until the vehicle is
operating again in its two-wheel drive mode.

As an additional feature of the present invention,
traction control system 130 is operable for modulating
the distribution ratio of drive torque between front
output 42 and rear output 44 of transfer case 20 in pro-
portion to changes in the value of the speed differential
signal (ARPM). With particular reference to FIGS. §
through 7, an exemplary relationship between the drive
torque transferred across clutch assembly 132 and the
speed differential signal (ARPM) will now be detailed.
As best seen from FIG. §, traction control system 130
can be programmed to linearly correlate the percentage
duty cycle of the electric control signal applied to coil
assembly 136 to a range of speed differential signal
(ARPM) values. In general, the percentage duty cycle
for the control signal increases linearly from a minimum
actuation value (Y%) to a maximum actuation value
(100%) as the value of the speed differential signal
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10
(ARPM) increases from a minimum differential limit,
preferably defined as the threshold level (CRPM), to a
maximum differential limit (X). As previously noted,
when the value of the speed differential signal (ARPM)
1s less than the predetermined threshold (CRPM), no
drive torque is transferred through clutch assembly 132
to front output 42. Thus, the minimum actuation duty
cycle (Y%) for the control signal correlates to the point
at which the attractive force generated upon energiza-

tion of coil windings 180 is sufficient to overcome the

biasing action of the biasing springs for causing initial
frictional engagement between the interleaved clutch
plates 160 and 178. In this manner, such frictional en-
gagement results in the delivery of a portion of the total
drive torque to front output 42 of transfer case 20 so as
to establish initiation of the “on-demand” four-wheel
drive mode. In addition, the maximum value (X) of the
speed differential signal (ARPM) correlates to the maxi-
mum actuation duty cycle (100%) at which point the
maximum electromagnetic attractive force is generated.

As best seen from FIG. 6, an exemplary linear rela-
tionship between the magnitude of the duty cycle sup-
plied to coil assembly 136 and the magnitude of the
drive torque transferred through clutch assembly 132 to
front output 42 is clearly shown. As is apparent, the
“on-demand” four-wheel drive mode is established
upon supplying a control signal having a duty cycle
value greater than (Y %) to coil assembly 136 of clutch
assembly 132. More specifically, the portion of the total
drive torque transferred through clutch assembly 132 to
front output 42 increases linearly as the magnitude of
the duty cycle for the control signal increases from the
minimum actuation value (Y% ) to the maximum actua-
tion value (100%). With reference to FIG. 7, 2 modified
version of the control sequence shown in FIG. 4 is
presented for automatically modulating the drive
torque as a function of the speed differential signal.
More particularly, an additional control step, identified
as block 220, is shown 1n association with the circuit
means of control module 148 for calculating the magni-
tude (1.e., percentage duty cycle) of the control signal as
a function of the value of the speed differential signal
(ARPM). As noted, electronic control module 145 has
information storage capability such that a look-up table
compiled of the relationship data of FIG. §, or a simple
arithmetic circuit, could be employed for calculating
the proper magnitude of the control signal sent to block
212.

In accordance with another primary feature of trac-
tion control system 130, clutch assembly 132 can be
selectively “over-ridden” or “locked-out” upon the
vehicle operator shifting (either manually or electri-
cally) mode sleeve 106 from the two-wheel drive mode
position to the part-time four-wheel drive mode posi-
tion. As such, clutch assembly 132 can be effectively
“locked-out” in either of its actuated (coil windings 180
energized) or non-actuated (coil windings 180 de-ener-
gized) operative conditions. In either case, upon clutch
assembly 132 being “over-ridden”, the input signals
“n1” and “ny” generated by first and second speed sen-
sor means 182 and 184, respectively, signal electronic
control module 145 that no relative speed differential
exists (ARPM =0) between front drive shaft 36 and rear
drive shaft 38. Therefore, since the value of the speed
differential signal (ARPM) is less than the maximum
threshold value (CRPM), electronic control module
145 automatically de-actuates clutch assembly 132 dur-
ing “on-demand’ four-wheel drive operation. Likewise,
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control module 145 is also operable to maintain clutch
assemble 132 in its de-actuated condition when the vehi-
cle operator shifts mode sleeve 106 into the part-time
four-wheel drive mode position during normal driving
conditions.

The foregoing discussion discloses and dscribes ex-

emplary embodiments of the present invention. One
skilled in the art will readily recognize from such dis-

cussion, and from the accompanying drawings and
claims, that various changes, modifications and varia-
tions can be made therein without departing from the
true spirit and fair scope of the invention as defined in
the following claims. For example, it is optional to use
a multi-disc friction clutch or any other transfer clutch
that can be controllably actuated in place of the electro-
magnetic clutch assembly of the illustrated embodi-
ments. |

What is claimed is:

1. A traction control system for a motor vehicle hav-
ing an engine and first and second sets of wheels, com-
prising:

power transfer means for transferring drive torque

from the engine to the first set of wheels for defin-
ing a two-wheel drive mode and which is adapted
to permit a vehicle operator to selectively transfer
drive torque to the second set of wheels for defin-
ing a four-wheel drive mode, said power transfer
means having a clutch assembly for transferring
dnve torque to the second set of wheels when
operating 1n said two-wheel drive mode for defin-
ing an on-demand four-wheel drive mode;

first sensor means for sensing the rotational speed of

the first set of wheels and generating a first input
signal indicative thereof:

second sensor means for sensing the rotational speed

of the second set of wheels and generating a second
input signal indicative thereof; and

control means for generating an output signal in re-

sponse to said first and second input signals that is
indicative of a speed differential between the first
and second sets of wheels, said control means being
operable for actuating said clutch assembly so as to
vary the magnitude of said drive torque transferred
to the second set of wheels in response to the value
of said output signal, said control means further
operable for de-actuating said clutch assembly in
response to said vehicle operator shifting said
power transfer means from said two-wheel drive
mode into said four-wheel drive mode.

2. The traction control system of claim 1 wherein said
power transfer means is a part-time transfer case having
a first output portion interconnected to the first set of
wheels and a second outout portion interconnected to
the second set of wheels, and wherein said clutch assem-
bly 1s in electronically controlled clutch assembly oper-
ably installed between said first and second output por-
tions of said part-time transfer case.

3. The traction control system of claim 2 wherein said
first sensor means is operable for sensing the rotational
speed of said first output portion of said part-time trans-
fer case, and said second sensor means is operable for
sensing the rotational speed of said second output por-
tion of said part-time transfer case, said control means
being operable to receive said input signals from each of
said first and second sensor means and generate said
speed differential output signal in response thereto, and
wherein said control means 1s adapted to automatically
actuate said clutch assembly when said speed differen-
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tial output signal exceeds a predetermined minimum
value independently of any deliberate action by said
vehicle operator.

4. The traction control system of claim 3 wherein said
control means actuates said clutch assembly for linearly
increasing the magnitude of drive torque transferred

through said clutch assembly to said second output
portion of said transfer case in response to increasing

values of said speed differential signal between said
predetermined minimum value and a predetermined
maximum value. |

5. The traction control system of claim 3 further
comprising brake sensor means for providing a third
input signal to said control means that indicates when
said vehicle operator is applying the brakes, said control
means being operable for inhibiting actuation of said
clutch assembly during application of the brakes.

6. The traction control system of claim § wherein said
control means 1s an electronic control module having
circuit means for processing said input signals from
each of said first and second sensor means and said
brake sensor means, said circuit means including a timer
circuit for signalling said control module to maintain
said clutch assembly in an actuated condition for a pre-
determined time period, and for de-actuating said clutch
assembly following expiration of said predetermined
time period.

7. The traction control system of claim 1 wherein said
clutch assembly can be selectively locked-out in either
of said actuated or de-actuated conditions in response to
said vehicle operator shifting said part-time transfer
case into said four-wheel drive mode of operation.

8. The traction control system of claim 1 wherein said
control means is operable to control a drive torque
distribution ratio defined by the ratio of said drive
torque transmitted to the second set of wheels to said
drive torque transmitted to the first set of wheels, said
ratio increasing linearly as a function of increasing val-
ues of said output signal.

9. In a vehicle having a first set of wheels and a sec-
ond set of wheels adapted to be driven from a source of

power, a traction control system comprising:
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a part-time transfer case operabie for receiving appli-
cation of drive torque from said source of power
and normally transferring said drive torque to the
first set of wheels for defining a two-wheel drive
mode, said transfer case further adapted to permit a
vehicle operator to selectively transfer drive
torque to the second set of wheels in addition to
said first set of wheels for defining a four-wheel
drive mode;

first drive means interconnecting a first output of said
transfer case to the first set of wheels:;

second drive means interconnecting a second output
of said transfer case to the second set of wheels;

first sensor means for sensing the rotational speed of
said first drive means and generating a first input
signal indicative thereof;

second sensor means for sensing the rotational speed
of said second drive means and generating a second
input signal indicative thereof;

clutch means operable for automatically coupling
sald second output to said first output for transfer-
ring drive torque to the second set of wheels to
define an on-demand four-wheel drive mode; and

control means for receiving said first and second
Input signals and generating an output signal in
response thereto that is indicative of a speed differ-
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ential between said first and second drive means,
said control means operable for actuating said
clutch means to vary the magnitude of drive torque
transferred to said second output through said
clutch means as a function of the value of said
output signal, said control means further operable
for de-actuating said clutch means in response to
said vehicle operator shifting said transfer case into
said four-wheel drive mode.

10. The traction control system of claim 9 wherein
said clutch means is an electrically controlled clutch
assembly operably installed between said first and sec-
ond outputs of said part-time transfer case, and wherein
said control means is an electronic control module hav-
ing circuit means for processing said signals from each
of said first and second speed sensor means and generat-
ing said control signal in response thereto, said circuit
means including a timer circuit for signalling said con-
- trol module to maintain said clutch assembly in an actu-
ated condition for a predetermined time period, and for
de-actuating said clutch assembly following expiration
of said predetermined time period.

11. The traction control system of claim 9 wherein
said control means is operable to automatically modu-
late the dnive torque distribution ratio transferred be-
tween said first and second outputs of said transfer case
as a linear function of changes in the value of said con-
trol signal.

12. The traction control system of claim 9 wherein
said first drive means comprises a front axle assembly
such that said motor vehicle is normally a front wheel
drive vehicle.

13. The traction control system of claim 9 wherein
said first drive means comprises a rear axle assembly
such that said motor vehicle is normally a rear wheel
drive vehicle.

14. The traction control system of claim 9 wherein
said clutch assembly can be selectively locked-out in
either of said actuated or de-actuated condition in re-
sponse to said vehicle operator shifting said transfer
case into said four-wheel drive mode.

15. A method for providing an on-demand four-
wheel drive mode under low tractive conditions, said
method comprising the steps of:
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providing a motor vehicle with a drivetrain having a
source of power, a speed gear transmisston driven
by said source of power, and a transfer case for
receiving said drive torque from said transmission
for normally driving a first set of wheels in a two-
wheel drive mode of operation, and said transfer
case adapted to transfer drive torque to a second
set of wheels upon being selectively coupled there-
with for defining a four-wheel drive mode of oper-
ation;

providing a clutch assembly between first and second
output portions of said transfer case;

connecting a first drive mechanism between said first
output portion of said transfer case and said first set
of wheels; |

connecting a second drive mechanism between said
second output portion of said transfer case and said
second set of wheels;

sensing the speed differential between said first and
second drive mechanism and generating a speed
differential signal indicative thereof;

controlling actuation of said clutch assembly for
varying the magnitude of said drive torque trans-
ferred through said clutch assembly to said second
output portion of said transfer case as a function of
the value of said speed differential signal; and

de-actuating said clutch assembly when said transfer
case is selectively shifted from said two-wheel
drive mode into said four-wheel drive mode.

16. The method of claim 15 further comprising the
step of locking-out said clutch assembly in either of said
actuated or de-actuated conditions 1n response to said
transfer case being shifted into said four-wheel drive
mode.

17. The method of claim 1§ further comprising the
step of initiating the transfer of dnve torque to said
second output portion in response to said speed differ-
ential signal exceeding a predetermined minimum value.

18. The method of claim 17 wherein said controlling
step includes linearly increasing the magnitude of said
drive torque transferred through said clutch assembly
to said second output portion of said transfer case in
response to increasing values of said speed differential
signal between said predetermined minimum value and

a predetermined maximum value.
*x % X X X
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